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C. Corridor Service Overview 
Respond to the following questions to help put this application into the context of 

the long-term vision and related work for the HSIPR corridor service. 

(1) Provide a brief narrative explaining how this Service Development Program relates to the long-term vision of the HSIPR 
corridor.  If the narrative includes acronyms, the first frequency should be spelled out. 

 
Background:  The California High-Speed Rail Authority (Authority) proposes to construct, operate, and maintain a state-wide California 
High-Speed Train Program (CHSTP). When completed, the new high-speed rail system will span nearly 800-miles providing reliable, 
high-speed electrified train service between the Bay Area, the Central Valley, Sacramento and Southern California.  The new high-speed 
rail system will be grade-separated from road vehicle traffic and will operate almost exclusively on separate, dedicated tracks with top 
design speeds of up to 250 miles per hour (mph) and an operating speed of up to 220 mph.  The new high-speed rail system will 
incorporate state-of-the art safety, signaling, and automated train control systems.  
Phase 1:  Phase 1 of the CHSTP will construct approximately 520 miles of rail between San Francisco and Anaheim. When completed, 
Phase 1 will provide 2-hour and 40-minute nonstop service from San Francisco south to Los Angeles. Subsequent phases of the CHSTP 
include a southern extention (Los Angeles to San Diego via Inland Empire) and a northern extension (Merced to Sacramento).   
Phase 1 preliminary engineering/environmental review (PE/NEPA/CEQA) is underway and is being funded through $479 mill 
(fed+match) in ARRA funding. The Authority has also secured $5.5 billion in federal commitments (ARRA and 2010 High Speed and 
Intercity Passenger Rail (HSIPR) and local (Prop 1A) to fund construction of infrastructure for its Initial Central Valley Project (ICVP) 
from Fresno (Madera County -south of Merced) to North Bakersfield.   
2011 Funding Request:  The Merced-West project, the subject of this application, builds on the existing $5.5 b in  construction funding 
for Phase 1 ICVP and a companion Merced Station-Bakersfield Station application (CA-HSR-ICVP Extension-Merced 
Station/Bakersfield Station).  The project will extend infrastructure (civil works and trackwork) approximately 39 west from the WYE in 
Chowchilla, CA to the commencement of a (to be developed) tunnel adjacent to the San Luis Reservoir.  This extension will be 
predominantly  at-grade construction.    
 

(2) List other HSIPR projects or activities related to this Service Development Program application. This includes any pending, 
selected, or awarded planning, PE/NEPA, FD/Construction, Service Development Programs or projects, and other FRA funded 
programs.  The purpose of this list is to identify overlapping or complementary applications, projects, or programs.  Click on the 
gray boxes to select from the list of choices for FRA Solicitation and Status.  If the Solicitation is not included in the prepopulated 
list, select “Other” and type the name in the adjacent gray box within that field. 

 

Project, Activity, or Service 
Development Program 

Name2 FRA Solicitation 

Federal 
Funding 
Amount3 

(in thousands 
of dollars) Status 

GrantSolutions 
Number and/or 

Award 
Number 

Does the project 
contain activities 

or scope also 
proposed in this 

application? 

1 California High Speed Train 
Program ARRA Grant  - 
Phase 1 PE/NEPA/CEQA - 
San Francisco - Anaheim 

ARRA-Track 2     $  
194,000,000 Obligated    GS # / FR-HSR-

0009-10-00 

No 

2 California High Speed Train 
Program ARRA Grant  - 
Phase 1: PE/NEPA/CEQA - 
San Francisco - Anaheim; 
Phase 1: FD/CN Fresno-
Bakersfield  

ARRA-Track 2     $  
2,272,176,231 Obligated    

GS # / FR-HSR-
0009-10-01 

No 

                                                
2 If an applicant is submitting an Individual Project application proposing the same or similar scope as a component project contained in this Service Development Program application, the 
Individual Project application should be listed. 
3 Depending on the status of the Project, Activity, or Program record the amount obligated, awarded, or requested. 



March 2011 Narrative Application Form – Service Development Program, Part I  OMB No. 2130-0584 
   

Form FRA F 6180.133 (07-09)  
    Page 5 

3 CA-
MERCED/FRESNOHSR-
FY10-
SDPIMPROVEMENTS

 

FY10 SDP    $  
715,000,000 Selected    

GS # / Award # No 

4 CA-HSR-ICVP Extension-
Merced Station/Bakersfield 
Station 

Current NOFA     $  
1,440,000,000 

Pending Announcement
    

GS # / Award # No 

5 CA-HSR-ICVP Extension-
Bakersfield Station/South Current NOFA     $  

1,336,000,000 
Pending Announcement

    
GS # / Award # No 

6                  $                     GS # / Award #           
7                  $                     GS # / Award #           
8                  $                     GS # / Award #           
9                  $                     GS # / Award #           

10                  $                     GS # / Award #           
11                  $                     GS # / Award #           
12                  $                     GS # / Award #           
13                  $                     GS # / Award #           
14                  $                     GS # / Award #           
15                  $                     GS # / Award #           
16                  $                     GS # / Award #           
17                  $                     GS # / Award #           
18                  $                     GS # / Award #           
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(5) Indicate the source, amount, and percentage of non-Federal match for the proposed Service Development Program (if 

applicable).  The sum of figures below should equal the amount provided in Section D.4.  Click on the gray boxes to select the 
appropriate response from the lists provided in type of source, status of funding, and type of funds.  Dollar figures must be rounded 
to the nearest whole dollar.  Also, list the percentage of the total program cost represented by each non-Federal funding source.  
Provide supporting documentation that will allow FRA to verify each funding source. Any required verification documentation not 
available online should be submitted with the application package and listed in Section H.2 of this application.  

Non-Federal Match  
Funding Sources 

Type of 
Source 

Status of 
Funding4 

Type 
of 

Funds Dollar Amount 

% of Total 
Program 

Cost 

Describe Any Supporting 
Documentation to Help FRA 

Verify Funding Source 

State GO Bond Proceeds New Committed  Cash $ 240,000,000 20 % Safe, Reliable, High-Speed 
Passenger Train Bond Act for 
the 21st Century (Prop 1A) 

     

                                  $   %  

     

                                  $   %  

     

                                  $   %  

     

                                  $   %  

Sum of Non-Federal Funding Sources $ 240,000,000 20 % N/A 

(6) Indicate the name of the corridor where the proposed Service Development Program is located and identify the start and 
end points as well as major integral cities along the route. 
 

Merced - West:  Start point WYE in Chowchilla,CA - end point 39 miles west at San Luiz Reservoir. 

(7) Describe the project location, using municipal names, mileposts, control points, or other identifiable features such as 
longitude and latitude coordinates.  If available, please provide a project GIS shapefile (.shp) as supporting documentation.  This 
document must be listed in Section H.2 of this application. 

 
This project request provides a westerly extension of  the ICVP of the CAHSR program as follows:  provides approximately 39 
miles of completed insfrastructure (civil works and trackwork) of predominantly  at-grade construction from the WYE at 
Chowchilla, CA west to the commencment of the tunnel adjacent to the San Luiz reservoir.   

(8) Provide an abstract outlining the proposed Service Development Program.  Briefly summarize the narrative provided in the 
Statement of Work in 4-6 sentences.  Capture the major milestones, outcomes, and anticipated benefits that will result from 
implementing the Service Development Program. For any acronyms, spell out the first frequency with the acronym in parentheses. 
If this application is divided into phases or groupings of component projects5, provide a brief abstract of 4-6 sentences for each 
phase or group of component projects. 

 
This project includes all the activities necessary for the final design and construction of approximately 39 miles of rail infrastructure 

                                                
4 The following categories and definitions are applied to funding sources: 

Committed:  Committed sources are programmed capital funds that have all the necessary approvals (e.g., statutory authority) to be used to fund the proposed project without any additional 
action.  These capital funds have been formally programmed in the State Rail Plan and/or any related local, regional, or state capital investment program or appropriation guidance.  Examples 
include dedicated or approved tax revenues, state capital grants that have been approved by all required legislative bodies, cash reserves that have been dedicated to the proposed project, and 
additional debt capacity that requires no further approvals and has been dedicated by the sponsoring agency to the proposed project. 
Budgeted:  This category is for funds that have been budgeted and/or programmed for use on the proposed project but remain uncommitted (i.e., the funds have not yet received statutory 
approval).  Examples include debt financing in an agency-adopted capital investment program that has yet to be committed in the near future.  Funds will be classified as budgeted when 
available funding cannot be committed until the grant is executed or due to the local practices outside of the project sponsors’ control (e.g., the project development schedule extends beyond 
the State Rail Program period). 
Planned:  This category is for funds that are identified and have a reasonable chance of being committed, but are neither committed nor budgeted.  Examples include proposed sources that 
require a scheduled referendum, requests for state/local capital grants, and proposed debt financing that has not yet been adopted in the agency's capital investment program. 
5 An application’s competitiveness may be improved by demonstrating how a proposed project could be divided into discrete phases, each with operational independence, based on geographic 
section, type of activity, discrete benefits and costs, or other appropriate criteria. 
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(civil works and trackwork) from the WYE at Chowchilla, CA west toward San Jose.  The project is comprised of the following Tasks 
with associated deliverables: 
Task 1:  Design/Build Program Management 
Task 2:  Real Property Acquisition 
Task 3:  Early Work Program 
Task 4:  Final Design and Construction Contract Work 
Task 5:  Unallocated Contingency 
 
Implementation of the project is conditioned on the successful completion of project-level EIS/EIR documents and consistent with all 
necessary Federal, State, and other permits and approvals. 
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Frequencies8 
Scheduled Trip 

Time 
(in minutes) 

Average 
Speed  
(mph) 

Top Speed 
(mph) 

Reliability – 
Provide Either On-
Time Performance 

Percentage or Delay 
Minutes 

Phase Title7 

 Current Future Current Future Current Future Current Future Current Future 

I.            
II.            
III.            
IV.            
V.            
VI.            
VII.            
VIII.            

Provide the Cumulative Service Outcome 
(Aggregate Benefits of all Phases)           

                                                
7 Title should be a brief descriptive name for the phase. 
8 Frequency is measured in daily round-trip train operations. One daily round-trip operation should be counted as one frequency. 
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(14) Provide information on the component projects within each phase of the proposed Service Development Program 
identified in Section D.14 above.  For each phase, please list all component projects in the sequence they will be completed.  If 
this application is not phased, include all component projects within the Phase I table.  The sum of Phase Total Costs should equal 
the Total Program Cost indicated in Section D.4.  This section is unlocked – the applicant can add rows and adjust column widths 
as needed for additional projects and phases. 

PHASE I. [Insert Title from Section D.13] 

Component Project Name Short Project Description Project Cost  

1   $  

2   $  

3   $  

4   $  

5   $  

Phase I. Total Cost  $  

 
PHASE II. [Insert Title from Section D.13] 

1   $  

2   $  

3   $  

4   $  

5   $  

Phase II. Total Cost $  

 
PHASE III. [Insert Title from Section D.13] 

1   $ 

2   $  

3   $  

4   $  

5   $  

Phase III. Total Cost $  

 
PHASE IV. [Insert Title from Section D.13] 

1   $  

2   $  

3   $  

4   $  

5   $  

Phase IV. Total Cost $  
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E. Infrastructure Owner(s) and Operator(s) 
Address the sections below with information regarding railroad infrastructure owners and operators of the proposed 

Service Development Program.  Applicants that own and/or control the infrastructure to be improved by the project or 
have a service outcomes agreement in place with the infrastructure owning railroad for the proposed project, or an 

executed agreement that could be amended with the infrastructure owning railroad for a project(s) located on the same 
corridor as the proposed project, will be looked upon favorably during the application review and selection process. 

(1) Provide information regarding Right-of-Way Owner(s).  Where railroads currently share ownership, identify the primary 
owner.  Click on the gray boxes to select the appropriate response from the lists of railroad type, right-of-way owner, and 
status of agreement.  If the Right-of-Way Owner is not included in the prepopulated list, select “Other” and type the name in 
the adjacent text box within that field.  Should this application have more than five owners, please provide the same 
information for additional owners in a separate supporting document and list it in Section H.2 of this application. 

Type of Railroad Railroad Right-of-
Way Owner 

Route-
Miles 

Track-
Miles Status of Agreements to Implement Projects 

Class 1 Freight  BNSF      39 39 Preliminary Executed Agreement/MOU  

                                              
                                              
                                              
                                              
(2) Name the Intercity Passenger Rail Operator and provide the status of the agreement.  If applicable, provide the status 

of agreement with the entity that will operate the planned passenger rail service (e.g., Amtrak).  Click on the gray box to 
select the appropriate response from the list of choices for Status of Agreement. Should the proposed service have more than 
three operators, please provide the same information for additional operators in a separate supporting document and list it in 
Section H.2 of this application. 

Name of Operating Partner Status of Agreement 

n/a                

     

                

     

                

(3) Provide information about the existing rail services within the proposed Service Development Program area (i.e., freight, 
commuter, and intercity passenger).  Click on the gray box to select the appropriate response from the list of type of service and 
name of operator. If the Name of Operator is not included in the prepopulated list, select “Other” and type the name in the adjacent 
text box within that field.   

Top Speed Within 
Project Boundaries (mph) 

Type of Service Name of Operator Passenger Freight 

Number of 
Route-Miles 

Within Project 
Boundaries 

(miles) 

Average Number of Daily 
One-Way Train 

Operations9  

Freight  BNSF       60  45 

Intercity Passenger  Amtrak      75   12 
                             
                             
                             

                                                
9 One daily round-trip operation should be counted as two daily one-way train operations. 
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(4) Estimate the share of benefits that will be realized by non-intercity rail services and select the approximate cost 
share provided by the beneficiary.10  Click on the gray boxes to select the appropriate response from the lists of type of 
beneficiary, expected share of benefits and approximate cost share.  If more than three types of non-intercity passenger rail 
are beneficiaries, please provide additional information in a separate supporting document, and list it in Section H.2 of this 
application. 

Type of Non-Intercity Passenger Rail Expected Share of Benefits Approximate Cost Share 

                                          

                                          
                                          

 

                                                
10 Benefits include service improvements such as increased speed or on-time performance, improved reliability, and other service quality improvements. 
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F. Response to Evaluation Criteria 
Respond to each of the following evaluation criteria in the gray text boxes provided to 

demonstrate how the proposed Service Development Program will achieve each criterion. 

(1) Project Readiness 

 

Describe the feasibility of the proposed Service Development Program to proceed promptly to award, including addressing: 

• The applicant’s progress, at the time of application, in reaching compliance with NEPA for the proposed project.  Although a 
NEPA decision document (Record of Decision, Finding of No Significant Impact, Categorical Exclusion determination) is not 
required at the time of application, applications for Service Development Programs that are accompanied by a final NEPA 
determination will be looked upon favorably during the application review and selection process; 

• The applicant’s progress, at the time of application, in reaching final service outcomes agreements (where necessary) with key 
project partners.  Applicants that own and/or control the infrastructure to be improved by the project or have a service 
outcomes agreement in place with the infrastructure owning railroad for the proposed project, or an executed agreement that 
could be amended with the infrastructure owning railroad for a project(s) located on the same corridor as the proposed project, 
will be looked upon favorably during the application review and selection process; and 

• The quality and completeness of the project’s Statement of Work, including whether the Statement of Work provides a 
sufficient level of detail regarding scope, schedule, and budget to immediately advance the project to award.  

 

In 2005, 2008 and 2010, CHSRA completed under NEPA, and certified under CEQA, program-level environmental 
impact statement reports (EIS/EIR) covering the entire CHSTP and subsequently issued the corresponding 
RODs/NODs.  The Project is wholly contained within the San Jose – Merced NEPA/CEQA evaluation section.  The 
15% design development and the EIS/EIR documents are well advanced with the 15% design scheduled to be 
completed mid 2011 and the draft EIS/EIR documents scheduled for release for Public comment in the fourth quarter 
of 2011.  A certified ROD/NOD is anticipated in the fourth quarter of 2012.  In addition to substantial progress on 
completing NEPA milestones, the Authority has secured preliminary executed agreements/MOUs with BNSF and 
UPRR railroad authorities.   

The Authority has the technical, legal and financial capacity to bring this project to a timely obligate funds and 
implementation.  The Authority's Statement of Work for this project reflects the level of detail for scope, schedule and 
budget used in prior statements of work which have been accepted by FRA and which form the basis for 
implementation of final design and construction of the Initial Central Valley Secion:  Fresno to Bakersfield 
(agreement FR-HSR-0009-10-01-01).  The Authority has grown in the last five years from a small staff managing 
several consultant teams with an annual budget of $3 million to a staff of over forty with a robust program 
management oversight team managing expenditures of $139 million in FY 2010 and the work of a dozen major 
contracts.  The Authority has added project delivery and contract administration staff from Caltrans and other State 
agencies, engaged a CEO with strong managerial experience, and is building the structures and staff ing resources 
needed for major project implementation.  In 2006, the Authority contracted the services of a PMT, Parsons 
Brinckerhoff, to oversee and manage the CHSTP. This includes development of engineering design criteria and 
standards to guide the design, construction and operation of the project. The PMT provides complete program-level 
management and oversight of 8 regional consulting firms (RCs) who are performing the detailed planning, preparing 
the project-level environmental documents and performing the preliminary engineering.  The RCs performing this 
work on the ICVP are AECOM and URS/HatchMottMcDonald/Arup.  Key staff of the Authority, Program 
Management Team, Parsons Brinckerhoff, and the Program Management Oversight Consultant, T.Y. Lin, have 
considerable experience in managing major Federal grants from the FHWA and FTA and are familiar with Federal 
requirements. The Authority and its consultants have successfully worked with the FRA to complete major program 
environmental documents and are working to develop a Rule of Particular Applicability to govern the HST project 
design and operation. 
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(2a) Transportation Benefits 

 
Describe the transportation benefits that will result from the proposed Service Development Program and how they will be 
achieved in a cost efficient manner, including addressing: 

• Generating improvements to existing high-speed and intercity passenger rail service, as reflected by estimated increases in 
ridership, increases in operational reliability, reductions in trip times, additional service frequencies to meet anticipated or 
existing demand, and other related factors; 

• Generating cross-modal benefits, including anticipated favorable impacts on air or highway traffic congestion, capacity, or 
safety, and cost avoidance or deferral of planned investments in aviation and highway systems; 

• Creating an integrated high-speed and intercity passenger rail network; 
• Encouragement of intermodal connectivity and integration, including a focus on convenient connection to local transit and 

street networks, as well as coordination with local land use and station area development; 
• Ensuring a state of good repair of key intercity passenger rail assets;  
• Promoting standardized rolling stock, signaling, communications, and power equipment;  
• Improved freight or commuter rail operations, in relation to proportional cost-sharing (including donated property) by those 

other benefiting rail users; 
• Equitable financial participation from benefiting entities in the project's financing; 
• Encouragement of the implementation of positive train control (PTC) technologies (with the understanding that 49 U.S.C. 

20147 requires all Class I railroads and entities that provide regularly scheduled intercity or commuter rail passenger services 
to fully institute interoperable PTC systems by December 31, 2015); and 

• Incorporating private investment in the financing of capital projects or service operations. 
 
This project is an essential part of the State-wide HST program to develop a new intercity passenger rail (IPR) service not 
provided today, with over 300 trains per day in 2035, carrying up to 100 million passengers statewide.  Of these, 
approximately 50 million will be carried in Phase 1.  Major benefits for mobility, economic activity, air quality, and land 
use development will be created, as documented in the 2005 California HST Statewide Program EIS/EIR and the 2008 
Bay Area to Central Valley Program EIS/EIR.  
And in and of itself the program will provide an opportunity to speed up and improve safety for the California and US 
DOT-supported San Joaquins operated by Amtrak, as well as improve the service quality and capacity of freight service in 
the Central Valley in the event of delay in implementation of the HST services.   The program will build track and 
structure for top HST speeds of 220 mph, capable of supporting the loads of existing trains and providing the opportunity 
for fossil-fueled locomotive operation at speeds of 125 mph to 150 mph.  The program will fully grade separate the line 
from Merced to Bakersfield, a distance of 172 miles, and reduce rail and road exposure to accidents at grade crossings.  
The program will install positive train control technology on the new line to allow safe and efficient operation. 
The full grade separation of the alignment from crossing road traffic, alignment fencing, and intrusion detection will be 
the most important safety improvements to the transportation system growing from this investment.   They will improve 
safety for road users, rail passengers, railroad personnel, pedestrians, and wildlife crossing the corridor. 
The California HST itself will be the primary expansion of intercity passenger rail service by: 
-  creating direct through IPR service from San Diego, Orange County, Riverside, and Los Angeles counties to the Central 
Valley, Sacramento, and the Bay Area extending the network from Los Angeles to San Diego by way of the Inland 
Empire  
-  extending the IPR network up the San Francisco Peninsula to serve San Mateo and San Francisco counties 
-  providing vastly improved travel times/capacity/frequency of service.   
The California HST will also reinforce and improve elements of the existing IPR service.  These include: 
-  providing an overlay of express high-speed IPR service along the route of the existing San Joaquin services from 
Bakersfield to Sacramento 
-  providing an overlay of express high-speed IPR service from Anaheim to Burbank along the route of existing Surfliner 
services  
-  expanding passenger demand at existing IPR stations, creating the base for expanded intermodal opportunities, 
including rail and bus transit, shuttle, and taxi services, (Anaheim, Norwalk/Fullerton, Los Angeles Union Station, 
Burbank, Bakersfield, Fresno, Merced, Modesto, Stockton, Sacramento, and San Jose). 
 
The California HST will provide on-time performance of nearly 100% (arrival at end point stations within 10 minutes, 
standard applied to Acela, regardless of distance) based on experience with European and Japanese operations that are 
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completely grade-separated and on new infrastructure, as will be the case with the California HST.  The intermediate point 
punctuality will be very high as well, with delays per 10,000 train miles estimated at under 66 minutes, equivalent to a 
cumulative 3-minute delay from scheduled arrivals at all intermediate points on a Los Angeles – San Francisco run and 
less than the normal schedule allowance for end point arrival.  These are major improvements over existing IPR service in 
the US, where the Acela is 90% on time and the Northeast Corridor, the best ranked host railroad, experiences over 600 
minutes in train delay per 10,000 train miles. 
 
The California HST will decrease the cost and time of travel for all markets served.  For the 75% of passengers attracted 
from driving, the California HST will save half or more of the trip time; in the example of the LA Basin to San Joaquin 
Valley market, the 8.3 million yearly riders, nearly all drawn from auto, will save over 1 billion minutes of travel time.  
And the 2005$ cost of the HST trip in this market of around $40 is also below the driving cost of around $50, saving 
around $80 million per year.  
 
The most telling indicator of the extent to which the California HST will improve IPR service is that the forecast 
passenger revenues will exceed the operating and maintenance costs, as is the case in high-speed services around the 
world, including the Acela service, which in FY 10 generated a surplus of $100.6 million in revenue over fully allocated 
O&M costs excluding depreciation and interest.  The forecast surplus in 2035 for the Full System is over $2 billion 
(2008$), Phase 1 will generate a substantial surplus, and the Initial Operating Segment will be established at the point 
where enough of the Phase 1 is in place to generate a surplus. 
 
The HST project will be separated from the freight railroad operation, except for areas where freight lines are crossed, or 
where the alignment is adjacent to the freight rail right of way.   The HST project will negotiate appropriate terms for any 
such incidental use, along the same lines as normally negotiated by State and local agencies or utilities for road or utilities. 
The project’s financing envisages private participants, and a wide range of possible mechanisms is being explored such 
arrangement will equitably link the expected returns, risks, and amount of investment in the project.  See the Financial 
Plan in Section 6 of the application. 
 
Private investment is expected to play a significant role in the project.  See Financial Plan in Section 6 of the application. 

..  

(2b) Other Public Benefits 
 
Describe the other public benefits that will result from the proposed Service Development Program and how they will be 
achieved in a cost-effective manner, including addressing: 

• The extent to which the project is expected to create and preserve jobs and stimulate increases in economic activity; 
• Promoting environmental quality, energy efficiency, and reduction in dependence on oil, including the use of renewable 

energy sources, energy savings from traffic diversions from other modes, employment of green building and manufacturing 
methods, reductions in key emissions types, and the purchase and use of environmentally sensitive, fuel-efficient, and cost-
effective passenger rail equipment; and 

• Promoting coordination between the planning and investment in transportation, housing, economic development, and other 
infrastructure decisions along the corridor, as identified in the six livability principles developed by DOT with the Department 
of Housing and Urban Development and the Environmental Protection Agency as part of the Partnership for Sustainable 
Communities, which are listed fully at http://www.dot.gov/affairs/2009/dot8009.htm. 

 
The Initial Central Valley Project's job creation and stimulus to the economy 

The investment of an additional $1,200,000 in year of expenditure dollars (YOE$) in the ICVP would create an 
estimated further 24,000 full time equivalent jobs over seven years in direct construction, engineering, and project 
controls, in materials supply and contracted services, and in the wider economy as a result of the spending from the 
direct and indirect jobs created.   Of the direct jobs, 95% of the spending would go to design and construction of the 
roadbed, structures, track, and other physical improvements, and management of the construction work, creating an 
estimated 5,600 full time equivalent jobs over the period 2012 to 2017.  The other 5% of the funds will be spent in 
acquiring the necessary rights of way whose direct job creation will be small.  The estimated peak of direct 
employment from the additional spending would increase the peak year of direct employment by roughly 800 jobs to 
around 8,400 FTE jobs in 2014. 

The large majority of these direct jobs will be for construction in counties that are considered Economically 
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Distressed Areas (EDAs), i.e. those counties which have had 24 sequential months of unemployment 1% or more 
higher than the national average, or in which the per capita income is 80% or less than the national average, both 
based on end of year 2008 data. The four EDAs within which the construction will take place and their July 2009 
unemployment rates are the counties of Fresno (15%), Kings (14.5%), Tulare (15.3%), and Kern (14.4%).  Additional 
workers will be drawn from the eight surrounding economically distressed counties in the Central Valley & Sierra 
Foothills with unemployment running at 12% or more in July 2009: Stanislaus (16.7%), San Joaquin (16.0%), 
Calaveras (14.2%), Tuolumne (12.7%), Sacramento (12%), San Benito (12.7%), Kings (14.5%), Tulare (15.3%), and 
Kern (14.4%).  Workers may also be drawn from the high desert portions of adjacent San Bernardino County EDA 
(13.9%).  Although these county-level unemployment rates are lower in 2011, California’s state-wide unemployment 
remains around 12%, nearly 50% higher than the national average. 

The 5,600 direct design/construction jobs will create an estimated further indirect 18,400 jobs.  A third or so will be 
with suppliers of materials, equipment, and services to the construction and related activities, spread across 
California, the West, and to a lesser extent the rest of the US, North America, and overseas.  The other two thirds of 
the indirect job creation will be strongly focused on the Central Valley, on California, and in the Western US, created 
from the spending of the paychecks of those designing, building, and supplying the high-speed line.  

Ongoing operations jobs will begin to be created somewhat prior to the completion of enough high-speed 
infrastructure in addition to the Fresno-Bakersfield Corridor Program to test and safety-certify the first high-speed 
trainsets. At this point operations and maintenance hiring would begin for personnel to become the trainers and 
supervisors for the operational system, and would ramp up as the testing intensified and as revenue service start 
approached.  

Operation of Phase 1 System service will create a strong economic stimulus from the improvements in transportation 
efficiency.  Scaling from the estimates in the 2005 Statewide Program EIS/EIR (see Chapter 5) of an additional 
450,000 jobs in year 2035 from the full system’s operation, Phase 1 System operations could provide half to 2/3 of 
that jobs stimulus or 225,000 to 300,000 permanent jobs by 2035.   Around 4,000 of them would be from the 
operation and maintenance of the high-speed train itself, a smaller number of jobs would be created in the supply and 
service industry, and the great majority of new jobs would be in the broader economy. 

Much of the new permanent job creation will occur in California’s EDAs.  Operations and maintenance jobs will be 
created more heavily in the Central Valley, historically less economically developed than the rest of the state, and the 
location of the planned heavy maintenance facility which will have around 1,000 employees, a large proportion of 
them skilled mechanical and electrical equipment personnel..  In particular the EDAs of Kings, Kerns, Madera, 
Merced, San Joaquin, Stanislaus, & Tulare, all with July 2009 unemployment of 13.9% or more, will attract a 
disproportionate share of the benefits as access improves from the HST operation made possible in part by the 
completion of the Corridor Program. 

Operation of an Initial Operating Segment (IOS) would begin even before the completion of Phase 1, and would 
generate a proportion of the operations and maintenance jobs that will depend on the extent of the IOS.  The analysis 
of alternative IOS options is underway and a detailed sequencing of implementation is expected to be decided by 
summer of 2011. 

Environmental and Energy Benefits 

The Full System high-speed train program will reduce oil consumption by 12.7 million barrels of oil per year in 2030. 
As documented in the Bay Area – Central Valley Program EIS/EIR, this is the savings from diverting air and auto 
passengers to the electrified HST, which is anticipated to be powered entirely from renewable sources.    The 
California High-Speed Rail Authority Board has adopted the goal of relying on renewables, and the industry is 
expected to develop sufficient capacity and reliability to provide power from renewables to the HST service at a 
relatively small premium to fossil fuel sourced power.  (See Navigant Consulting, “The Use of Renewable Energy 
Sources to Provide Power to California’s High Speed Rail”, May 2008 on www.cahighspeedrail.gov). 

Phase 1 will contribute oil consumption savings of roughly 8.9 million barrels (bbls), proportional to the HST 
passenger miles carried, or 70% of the 21.8 billion passenger miles of the Full System. 

Scaled to the expected traffic levels of the HST system as it opens, savings of oil will be: 

First full year of operation:    4.5 million bbls     

Fifth year:     8.0 million bbls     
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Tenth year   12.7 million bbls    

The same shift of travelers from air and auto to the HST & reductions in fossil fuel consumption will reduce 
greenhouse gas and other pollutant emissions in the year 2030, the tenth year of assumed operation.   CO2 reductions 
of 12 billion pounds in 2030 air & auto emissions are documented in the EIR/S from the HST Full System operation.  
Additionally reductions in carbon monoxide (35 tons/day), particulate matter (2.5 & 10 micron) (4 tons/day), NOx (9 
tons/day) and total organic compounds (5 tons/day) are shown in the EIS/EIR, generating benefits rated at “medium”, 
equivalent to several percent of the State’s total inventory, even if the HST electricity needs were generated with a 
substantial amount of fossil fuel.   The reductions would be 35% of these amounts in the first full year of operations, 
and in the fifth year 60%.  Phase 1 will reduce CO2 emissions by 8.4 billion pounds annually, and the other emissions 
reductions would also be roughly 70% of those with the Full System. 

Operation of an Initial Operating Segment (IOS) would begin even before the completion of Phase 1, and would 
generate a proportion of the energy savings that will depend on the extent of the IOS.  The analysis of alternative IOS 
options is underway and a detailed sequencing of implementation is expected to be decided by summer of 2011.  

Livable Communities 

As part of its environmental sustainability program, the Authority has made a commitment to build its high-speed 
train system in a way that encourages higher density development around its stations so that it is successfully 
integrated and woven into the surrounding land uses. While actual land use decisions will be made by local 
communities and the real estate market, the Authority is already providing grants to the Central Valley communities 
with stations to help determine how to build on the transportation investment in order to improve each community’s 
economic and social vitality.    

The high speed rail investment will promote the six livability principles developed by DOT, HUD, and EPA as part of 
the Partnership for Sustainable Communities: 

-  Greater transportation choice:  the HST service will significantly improve the regional and intercity transportation 
choices for residents of the Central Valley, which are today largely limited to the private automobile, as well as for 
the longer markets within the state that also have air service.   The HST service is inherently safer and more reliable 
than either, and much less polluting and dependent on foreign oil.  Within the limits of State requirements that the 
HST not require operating subsidies and that the private sector be willing to invest in a portion of the cost of funding 
the system, the HST will provide affordable service varying by time of day and year, and by express and local service.   

-  Promoting equitable, affordable housing:  While HST is not designed as a local commuter service, and specific 
policies to promote equity, energy efficiency, and non-discrimination in housing fall within the purview of other 
government agencies and society at large, the HST will make more of the State a desirable place to live and do 
business by enhancing mobility to areas like the Central Valley that historically have been out of the main 
transportation corridors and urban developments.  This will result in greater choice among ranges and types of 
housing for all Californians. 

-  Enhanced economic competitiveness:  increased accessibility for Central Valley communities and overall improved 
connections among the various regions of the State will provide additional incentives for economic expansion, 
opportunities for education, and access to jobs and services.  For the full HST system this improved mobility is 
estimated to create 450,000 more jobs State-wide than would otherwise have occurred by the year 2030.  Phase 1 and 
Initial Operating Segments will help generate a portion of those jobs, as will to a lesser extent the operation of Amtrak 
on the line, should the HST implementation be delayed. 

-  Support of existing communities:  most of the HST stations will be located in existing urban downtown areas, and it 
is expected that each station will serve as the focus of higher density development that reduces sprawl and demand for 
building on valuable agricultural lands.  The Authority’s planning grants to the Central Valley cities, using Federal 
funds, is hoped to encourage higher density development around the stations with a mix of land uses, and a street 
pattern that promotes walking, bicycling and transit access.  The Authority’s station designs and parking location 
policies are meant to be context sensitive and to limit the amount of parking needed as well as the land area devoted 
to parking around the station. 

-  Coordination of Federal policies and leveraging of the Federal investment:  While Federal agencies are responsible 
for specific policy coordination, the HST does provide an ideal opportunity to focus Federal resources on the nexus of 
transportation and land use to help shape local efforts in existing urban areas to develop more sustainable and 
efficient communities. 
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-  Valuing communities and neighborhoods: the HST project will reinforce and strengthen existing communities, and 
have more positive impacts on the State’s communities at much less cost than investments in equivalent capacity from 
continuing to expand highways and airports within the State. 

 

(3) Project Delivery Approach 

 
Describe the risk associated with delivery of the proposed Service Development Program within budget, on time, and as designed, 
including addressing: 

• The timeliness of project completion and the realization of the project’s benefits; 
• The applicant’s financial, legal, and technical capacity to implement the project; 
• The applicant’s experience in administering similar grants and projects; 
• The soundness and thoroughness of the cost methodologies, assumptions, and estimates; 
• The thoroughness and quality of the Project Management Plan; 
• The timing and amount of the project's future noncommitted investments; 
• The adequacy of any completed engineering work to assess and manage/mitigate the proposed project’s engineering and 

constructability risks; and 
• The sufficiency of system safety and security planning. 

 
The California High-Speed Authority has previously provided significant detail on its statutory basis, budgets, capacity to implement a 
high speed rail system, timing of investments and operation, progress on environmental clearance, and related implementation issues in 
its ARRA Track 2 applications of October 2009, in its August 2010 application for SDP funding, in its December 2009 Report to the 
Legislature, and the April 2010 Addendum to the Report to the Legislature.   (The latter two documents can be found on the Authority's 
website www.cahighspeedrail.ca.gov at the following links: 
http://www.cahighspeedrail.ca.gov/images/chsr/20091223222521_CHSRA_Business_Plan_Dec_2009.pdf and 
http://www.cahighspeedrail.ca.gov/images/chsr/20100427185725_Business%20Plan%20ADDENDUM%20-%2004.13.2010%20-
%20FINAL.pdf.  The discussion below summarizes the salient points responding to the criteria listed above. 
The California High-Speed Rail Authority (the Authority) is a state entity and has been given the responsibility to develop a high-speed 
train system (HST) in the State of California pursuant to Chapter 796 of the Statutes of 1996 (Senate Bill 1420, Kopp and Costa).  The 
Authority is tasked to prepare a plan and design for the HST system, conduct environmental studies and obtain necessary permits, and 
undertake the construction and operation of a high-speed train passenger network in California.   As part of its mission and role within 
the State government, the Authority goes through a normal annual budget process consistent with other state transportation agencies.   
In addition to general fund appropriations, the California voters passed Proposition 1A, the Safe, Reliable High-Speed Passenger Train 
Bond Act on November 4, 2008 which allows for the issuance of $9 billion in general obligation bonds be issued to establish a clean, 
efficient high-speed train service linking Southern California, the Sacramento San Joaquin Valley, and the San Francisco Bay Area.   
Proposition 1A bond act allocations are subject to annual budget authorizations, and a special State legislative and executive branch 
review process prior to use in final design and construction.    
The Authority has a 9-member board and a core staff to implement the project which consists of a Chief Executive Officer, Deputy 
Directors, Chief Engineer, Project Management Oversight, Finance, Government Relations and a support staff that includes the 
Program Management Team (PMT). The California Attorney General’s office provides legal support on all matters including review of 
environmental deliverables including the Final Environmental Report (EIR) and the Notice of Determination (NOD) for the Authority. 
The CHSTP also directly involves the FRA which is the Federal lead agency under NEPA responsible for technical and legal review of 
the regional project EISs. All environmental deliverables up to and including the Final EIS and Record of Decision (ROD) will be 
subject to FRA review and approval. 
In 2006, the Authority contracted the services of a PMT, Parsons Brinckerhoff, to oversee and manage the CHSTP. This includes 
development of engineering design criteria and standards to guide the design, construction and operation of the project. The PMT 
provides complete program-level management and oversight of 8 regional consulting firms (RCs) who are performing the detailed 
planning, preparing the project-level environmental documents and performing the preliminary engineering.  The RCs performing this 
work in the Merced-Bakersfield section are AECOM and URS/HatchMottMcDonald/Arup. 
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Key leaders on the project’s implementation include Roelof van Ark, the Authority’s Chief Executive Officer (July 2010-present), with 
30 years of engineering and executive leadership at major transportation systems companies in the US, Europe, and South Africa;  
Hans Van Winkle, the PMT Program Director (December 2010-present), with more than 30 years of large scale project implementation 
with the US Army Corps of Engineers and the private sector;  Ken Jong (2006-present), Deputy Program Director, with more than 25 
years rail and large project engineering and direction), John Popoff and Mike Gillam, Regional Directors – North & South (2010-
present), directing the eight  RCs, each bringing more than 30 years of transportation project engineering and HST project management 
experience in the US and Taiwan. 
 
More than 400 persons are involved in the planning and engineering of the CHSTP, including more than 135 senior managers, 
planners, engineers, and operators with significant project work on one or more of the HST projects in Europe and Asia, as well as the 
Northeast Corridor.   Experts on this project have guided the planning, construction and/or operation of HST systems around the world 
representing hundreds of billions of dollars in infrastructure development.  
CHSRA is working closely with FRA’s Office of Safety to develop the basic framework for a Rule of Particular Applicability, building 
on European Union high-speed rail Technical Specifications and also incorporating other elements FRA believes should be addressed 
for the California HST system operation at speeds up to 220 mph.  Filing of a RPA is anticipated by 12/2010, with concurrent filing as 
necessary before CPUC. The Authority is working collaboratively with the FRA Office of Safety staff to progress all necessary 
discussions and technical foundation necessary to achieve this timetable.    
 
The Authority has grown in the last five years from a small staff managing several consultant teams with an annual budget of $3 
million to a larger staff overseeing a robust program management oversight team managing expenditures of $139 million in FY 2010 
and the work of a dozen major contracts.  The Authority has added project delivery and contract administration staff from Caltrans and 
other State agencies, engaged a CEO with strong managerial experience, and is building the structures and staff ing resources needed 
for major project implementation. Pages 12-24 of the Authority’s December 2009 Report to the Legislature provide detail on the steps 
being taken and foreseen to build an organization fully capable  of managing the construction of the project.  
Key staff of the Authority, Program Management Team, Parsons Brinckerhoff, and the Program Management Oversight Consultant, 
T.Y. Lin, have considerable experience in managing major Federal grants from the FHWA and FTA and are familiar with Federal 
requirements. The Authority and its consultants have successfully worked with the FRA to complete major program environmental 
documents and are working to develop a Rule of Particular Applicability to govern the HST project design and operation. 
Further information on the planned approach to the project’s implementation is further explained in the Authority’s  December 2009 
Report to the Legislature pp. 42-51. 
 
The capital cost estimates are based on preliminary engineering work (in-progress 15% design submittals) being performed in support 
of project-level EIS/EIR work in each of the segments.  Unit costs are provided for 77 categories of cost and quantities are being 
estimated by each Regional Consultant Team, and reviewed by the Program Management Team.   An overview of the major 
methodologies and assumptions is provided in the Authority’s  December 2009 Report to the Legislature pp. 84-91.  For the current 
estimates, however, unit costs have been updated to reflect current 2010 expectations.  The approach is reasonable, detailed, and 
includes appropriate contingencies for the level of uncertainty in the design.  Further information on capital cost contingencies and risk 
management was also provided in the 2010 Addendum to the 2009 Report to the Legislature.  
The approach to estimating operating costs was summarized in the previous section.  More detail on the full system HST costing and 
operations planning is at pp. 80-83 of the 2009 Report to the Legislature. 
The schedule for project implementation has been developed in detail, working with the FRA on reasonable time frames for achieving 
EIR/EIS certification (NOD/ROD), recognizing the constraints and time requirements for pre-construction activities, construction, and 
procurement. 
A detailed Program Management Plan is in place and is included as additional information. 
The use of the available State bond monies to match Federal grants is subject to completing a process of review by the Legislature, an 
independent review panel, and State financial officers.  The process and other State oversight of the Authority is outlined in the 
December 2009 Report to the Legislature, pp. 127-131. 
The PMT has implemented a formal Risk Management Program as a systematic process for identifying, assessing, evaluating, 
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managing, and documenting risks that could jeopardize the success of the Project. The Risk Management Program’s objectives are to: 
• Link risk and returns 
• Provide the means to achieve an acceptable level of CHSTP cost estimate and schedule 
• Certainty and establish levels of confidence associated with each 
• Rationalize resources 
• Exploit opportunities 
• Reduce surprises and losses 
• Report with greater confidence 
• Satisfy legal and regulatory requirements 
A copy of the current Risk Register is attached as Appendix B to the April 2010 Addendum to the Business Plan Report to the 
Legislature. 
Further discussion of project risks and potential mitigation is provided in the and the April 2010 Addendum to the Business Plan 
Report to the Legislature (see pp. 32-44). 
The Program Management Team is working closely with the FRA Office of Safety to ensure the sufficiency of the systems 
safety through a Rule of Particular Applicability.   Security issues are also being incorporated into the design and operational 
concept of the system, and a detailed safety and security plan is being developed. 

(4) Sustainability of Benefits 

 
Identify the likelihood of realizing the proposed Service Development Program’s benefits, including addressing: 

• The applicant’s financial contribution to the project; 
• The quality of a Financial Plan that analyzes the financial viability of the proposed rail service; 
• The quality and reasonableness of revenue, operating, and maintenance cost forecasts; 
• The availability of any required operating financial support, preferably from dedicated funding sources;  
• The quality and adequacy of project identification and planning; 
• The reasonableness of estimates for user and non-user benefits for the project; and 
• The reasonableness of the operating service plan. 

 
The likelihood of realizing the benefits of the Service Development Plan depends on many macro-economic, political, 
geological, and other variables outside of the control of the High-Speed Rail Authority, as well as accurate and current data on 
California travel patterns, costs of alternatives, analytical rigor, and realism about future assumptions. The planning has been 
reasonably conscientious in all of these areas, leading to a reasonable likelihood within the constraints of non-controllable 
events of realizing the Service Development Plan, whether in the full system deployment, or the contingency of Amtrak 
operating on the High-Speed Train (HST) section, were the HST project to be delayed. 
The Authority’s Business Plan contains a financial plan overview 
(http://www.cahighspeedrail.ca.gov/Business_Plan_reports.aspx) (pages 92-108), which provides an outline of the various 
funding sources with details on the Authority’s financial assumptions. The plan includes information on state, federal funding 
along with local support information. The plan also contains an overview of the capital expenditures and O&M plan for the 
project. In addition, the ‘Ridership and Revenue Risk Analysis Overview’ contained in the 2010 Addendum to the Business 
Plan details the Authority’s efforts to produce ridership and revenue forecast ranges for the HSR system, and includes 
information on the refining of current forecasting models, the development of independent forecasts of critical inputs and the 
conducting of a strong risk analysis to better understand the influence of key determinant of HSR ridership and revenue. 
 
-- Quality of Financial Plan 
The reasonableness of the several critical components of the Financial Plan, including the revenue and operating cost 
forecasts, and (where needed) the availability of financial operating support, are discussed in the following sections.  The 
quality of the Financial Plan is sufficient to support the financial results of both the HST service and of interim Amtrak service 
operating on the HST section, if the HST project were to be delayed.  Furthermore, the Authority and its consultants have 
extensively analyzed the opportunities for funding the rest of the $42.5 B California HST Project, accessing a number of 
funding and financing sources, including further federal grant funding, federal innovative finance programs, local funding 
support, and private funding.  The latter may be a combination of senior non-recourse debt, junior or mezzanine capital, and 
private equity, provided by a concessionaire involved in a public-private partnership with the CAHSRA.  This plan is outlined 
in the December 2009 Business Plan and its April 2010 addendum, submitted to the state legislature and can be accessed at: 
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http://www.cahighspeedrail.ca.gov/Business_Plan_reports.aspx.  It should be noted that this business plan is currently being 
revised. Numerous discussions over the last three years with government officials and multiple “expressions of interest” from 
private companies give confidence that the financial plan is reasonable.  Furthermore, the Authority’s March, 2011 request for 
expressions of interest (RFEI) process yielded over 1,100 responses from numerous companies and organizations, which are 
in the process of being reviewed.  However, as discussed, there are a number of challenges in obtaining all of the funding and 
as described in the risk mitigation section of this application, the CAHSRA has devised appropriate ways to overcome these 
financial risks. 
Specifically, in regards to the section funding for which the CAHSRA is currently applying, the Authority has high confidence 
that the key funding sources, state bond monies, are available.  With the available federal grant monies made available 
through the ARRA and 2010 legislation, the Authority will be able to complete the proposed technical scope in this 
application, should it be successful in receiving the requested grant amounts. 
 
-- Quality and Reasonableness of Revenue and Operating Cost Forecasts 
Revenue and ridership forecasts for the full CA HST system are derived from a state-of-the-art network-based model 
developed for the San Francisco Bay Area Metropolitan Transportation Commission, with the cooperation of the California 
High Speed Rail Authority (CAHSRA). The quality, detail, and effort of the data collection, model validation and calibration, 
and the peer review process to which the work was submitted are explained on the CAHSRA site at: 
http://www.cahighspeedrail.ca.gov/Ridership_and_Revenue_Forecasting_Study.aspx 
Full system operating costs are based on forecast service activity and are driven by pertinent variables such as trainset miles, 
US railroad labor costs, documented power consumption for HST trainsets, California energy costs (including surcharges for 
green energy), station staffing, HST trainset maintenance labor and materials costs, maintenance of way requirements for 
passenger only HST lines, and US administrative, management, and insurance requirements.  They are based on an 
appropriate mix of overseas HST experience and California conditions and cost. 
 
 
-- Availability of Financial Support for Operations 
The full 220 mph California HST system will not require financial support for operations, as is the case in high-speed services 
around the world, including at the lower end of the speed range (in FY 2010 the 135 mph Acela service serving Boston to 
New York and Washington DC generated a surplus of $100.6 million in revenue over fully allocated O&M costs excluding 
depreciation and interest, and for the four months of FY 11 through January had generated $52 million in surplus on revenues 
of $165 million).  The forecast surplus in 2035 for Phase 1 of the HST system is $1.8 billion ($2009). 
 
Quality and Adequacy of Project Identification and Planning 
Planning for the full California HST system has been ongoing for over 15 years, with increasingly stringent scrutiny of plans, 
alignments, station stops, operability, costs, ridership and revenue, and benefits to the State from Federal and other State 
agencies, local governments, and a wide range of stakeholders culminating in the approval of Program EIR/EISs in 2005 and 
2008, the approval by California voters of $9 billion for funding the HST system, and the continuing project-level 
environmental work now underway.  This project is solidly based in the planning for the future transportation system of the 
State. 
 
-- Reasonableness of Project Benefits 
The benefits of the full California HST system were estimated by professional, respected economists and modelers, and have 
been judged to be sufficiently credible to be included in the Program EIR/EIS work approved by the US Department of 
Transportation's Federal Railroad Administration and the State of California's High Speed Rail Authority.  They also led to the 
passage of Proposition 1A in California's November 2008 election, providing $9 billion of State bonding authority for 
construction of the California HST system. 
 
-- Reasonableness of the Operating Service Plan 
For the full California HST system, the close coordination between the ridership forecast and the operating service plan, the 
sizing of the trainset fleet, storage facilities, track capacity for the completely separated HST system, and station sizing and 
parking requirements is described in the CAHSRA 2009 Report to the Legislature and the April 2010 addendum, both 
available on the Authority website :    http://www.cahighspeedrail.ca.gov/Business_Plan_reports.aspx. The HST plan does not 
involve sharing facilities with freight services except sharing a right-of-way on the San Jose-San Francisco Peninsula, in a 
temporally separated manner.  Sharing with other passenger services is planned to be contingent on sufficient track and station 
capacity, compliance with regulatory requirements, and is eminently reasonable. 
 
-- Agreements with Key Partners 
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For the full California HST system, the Authority's powers, relations with other regulatory agencies, MOU's with local and 
regional government and private entities, the expected relationship of the HST project with existing transportation providers 
and owners, and the approach to project delivery is extensively discussed in the CHSRA December 2009 Report to the 
Legislature and the April 2010 addendum, both available on the Authority website at:  
http://www.cahighspeedrail.ca.gov/Business_Plan_reports.aspx. 
 
-- Comparison of Anticipated Benefits and Amount of Federal Funding Requested 
For the full California HST system at 2030 levels, federal capital expenditures will have created an estimated $11 billion in 
direct annual benefits to its riders, to drivers and air passengers who experience less congestion, and to the State as a whole in 
pollution reduction and accident reduction. In five years of operation, the benefits will exceed the cost of building the line and 
operating it. In economist’s terms, California will realize $150 billion in present value of net benefits by 2050—nearly triple 
the total present value of the cost of the project. Not only will HST passengers benefit from the system, more than a third of 
the benefits will be accrued by air and auto travelers in the form of reduced delays, reduced air pollution, and reduced auto 
accidents and fatalities. 
 
-- State Contribution at 20% 

The proposed sharing of 20% of the HSIPR cost by the State will result in a State contribution of $240 million for the project.   
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G. Statement of Work 
The Statement of Work (SOW) is a required document.  This must be submitted using the Narrative Application Form 

Part II. Statement of Work available on FRA’s website to provide the required information. The quality and completeness 
of this document will be measured as a Project Readiness evaluation criterion, as outlined in Section 5.2.1 of the NOFA.  

Please provide the SOW as a separate document and list it in Section H.2 of this application. 

The SOW is a description of the work that will be completed under the grant agreement and must address the background, 
scope, and schedule, and include a high-level budget for the proposed Service Development Program. 

(1) The SOW is required for a complete application package. 

(2) The SOW should contain sufficient detail so that both FRA and the applicant can: 

a. Understand the expected outcomes of the work to be performed by the applicant, and 
b. Track applicant progress toward completing key project tasks and deliverables during the period of 

performance. 
(3) The SOW should clearly describe project objectives, but allow for a reasonable amount of flexibility regarding how the 

objectives will be accomplished. It is important to describe the overall approach to and expectations for project/activity 
completion. 

(4) If the SOW describes work for phases and/or groups of component projects, the larger program should be explained in the 
background section of the SOW.  The remainder of the SOW should be limited to describing the activities that directly 
contribute to the combined FRA and applicant effort which is funded under the grant agreement. 
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H. Optional Supporting Information 
Provide a response to the following, as necessary, for the Service Development Program. 

(1) Please provide any additional information, comments, or clarifications and indicate the section and question number that 
being addressed (e.g., Section E. 2).  Completing this question is optional. 

 
re:  Section E. --While no final alignment has been selected its is anticipated that there will be minimal impact on the existing 
infrastructure owners given that a new alignment on separate right of way will likely result from the Environmental Review Process. 
re: Section D. (12) -- job creation during operations of the initial operating segment, Phase 1, and in the event of delay, Amtrak 
 independent utility operations are described in Section F.(2b), with the level of contingency that is appropriate to the current level of 
planning. 
   

(2) Please provide a document title, filename, and description for all optional supporting documents.  Ensure that these 
documents are uploaded to GrantSolutions.gov with the narrative application form and use a logical naming convention. 

Document Title Filename Description and 
Purpose 

Cover Letter to J. Szabo J. Szabo Cover Letter Cover Letter 
ICVP Extension - 
Merced/West Project 
Map 

Merced-West Project Map.pdf Project Location 
Map 

Letters of Support 2011 HSIPR Letters of Support Letters of Support 
from various project 
constituencies 

Federal Register / Vol. 
74, No. 49 / Monday, 
March 16, 2009 / 
Notices (San Jose to 
Merced) 

http://www.cahighspeedrail.ca.gov/WorkArea/DownloadAsset.aspx?id=6417 Notice of Intent  
(San Jose to Merced) 

Notice of preparation of 
a Project Environmental 
Impact Report / 
Environmental Impact 
Statement (EIR/EIS) for 
a San Jose to Merced 
High-Speed Train 
System 

http://www.cahighspeedrail.ca.gov/WorkArea/DownloadAsset.aspx?id=7193 Notice of Preparation 
(San Jose to Merced) 

Draft Scoping Report 
San Jose to Merced 
Section 
High-Speed Train 
Project EIR/EIS 
August 2009 

http://www.cahighspeedrail.ca.gov/WorkArea/DownloadAsset.aspx?id=6700 Draft Scoping Report 
(San Jose to Merced) 

PRELIMINARY 
Alternatives Analysis 
Report 
San Jose to Merced 
Section High-Speed 

http://www.cahighspeedrail.ca.gov/WorkArea/DownloadAsset.aspx?id=7697 Alternatives Analysis 
– Preliminary (San 
Jose to Merced) 
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Train Project EIR/EIS 
June 2010 

Draft  Project 
Environmental Impact 
Report /  
Environmental Impact 
Statement  
Agency Coordination 
Plan  
San Jose to Merced 
Section  
High-Speed Train  
Project EIR/EIS  
December 2009 

http://www.cahighspeedrail.ca.gov/WorkArea/DownloadAsset.aspx?id=6139 Agency Coordination 
Plan (San Jose to 
Merced) 
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STATEMENT OF WORK 
(March 2011) 

 
Extension of Initial Central Valley Project:  Merced/West  

of the  
California High-Speed Train Program 

 
 
INTRODUCTION 
 
In 2008, the California State Legislature adopted AB 3034, finding “it imperative that the state 
proceed quickly to construct a…high-speed passenger train system to serve the major 
metropolitan areas….It is the intent of the Legislature that the entire high-speed train system 
shall be constructed as quickly as possible…and that it be completed no later than 2020….”  
Also in 2008, California voters passed Prop 1A, approving $9 billion in bonds to support 
construction of the high-speed train.  The Legislature and the voters specifically directed that the 
system should include California’s Central Valley, as well as other major California population 
centers. 
 
The California High-Speed Rail Authority (CHSRA) through the California High-Speed Train 
Program (CHSTP) is working to fulfill AB 3034’s directive.  The new high-speed rail system 
will be grade-separated from road vehicle traffic and will operate almost exclusively on separate, 
dedicated tracks with a top design speed of up to 250 mph and an operating speed of up to 220 
mph. The 800-mile, statewide program will provide reliable, high-speed electrified train service 
between the Bay Area, the Central Valley, Sacramento, and Southern California.  
 
Phase 1 of the Program involves construction of about 520 miles of the system between San 
Francisco and Anaheim. When completed, Phase 1 will provide 2-hour and 40-minute nonstop 
service—competitive with air travel—between San Francisco and Los Angeles compared with 
over 6 hours of travel time by automobile.  Subsequent phases of the CHSTP include a southern 
extension (Los Angeles to San Diego, via the Inland Empire) and a northern extension (from 
Merced to Sacramento).   
 
The American Recovery and Reinvestment Act (ARRA), enacted February 17, 2009, contained 
$8 billion to fund high-speed and intercity passenger rail (HSIPR) projects.  On January 28, 
2010, USDOT announced the selection of the four CHSRA design/build project sections eligible 
to receive up to $2.25 billion1 in ARRA funds.  
 
In September 2010, the Federal Railroad Administration (FRA) and the Grantee executed the 
Agreement with  a Federal award amount of $194 million for preliminary engineering (PE) (up 
to 30% design and additional design work for discrete areas as needed and agreed to by FRA), 
environmental documentation to support final environmental decisions in the form of Federal 
                                                
1 FRA awarded $400 million of the $2.25 billion to Transbay Joint Powers Authority (TJPA) for specific HSR-related improvements to 
Transbay Terminal, reducing the total funding amount to $1.85 billion for Phase 1 PE/NEPA/CEQA work and final 
design/construction.   
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Records of Decisions (RODs) and California Notices of Determination (NODs) for each of the 
seven sections of Phase 1 of the High-Speed Train (HST) System and other work required prior 
to the start of construction including right-of-way (ROW) acquisition planning and development 
of the necessary procurement plans and documents for final design and construction for Phase 1 
of the system.   
 

• On January 28, 2010, USDOT announced the selection of the four sections eligible to 
receive up to $1.65 billion, leaving the decision to the CHSRA as to which section would 
be built first.  

• As part of its application for FY 2010 HSIPR funding, the CHSRA redefined the four 
ARRA-eligible sections and submitted them to FRA as part of its applications for 
additional funding.   

• On October 25, 2010, the USDOT announced an additional $715 million in FY 10 SDP 
funds for use by the CHSRA in the Central Valley.  On November 4, 2010, the FRA 
clarified that both the FY 09 ARRA funds and the FY 10 SDP funds must be applied to a 
single Central Valley project to be determined by the CHSRA. 

• On December 2, 2010, the CHSRA Board adopted a resolution for allocation of the 
funding for the Initial Construction Segment (ICS) in the Central Valley.   

• On December 9, 2010, the FRA announced an additional $616 million in ARRA funds 
for use by the CHSRA in the Central Valley.  

• On December 20, 2010, the CHSRA Board approved incorporating the $616 million in 
ARRA funds into the ICS for the continuation of the project south to Bakersfield (Kern 
County).   

• To date, the CHSRA and the FRA have concluded a Funding & Cooperative Agreement 
for the ARRA portion of the funds secured for the ICS but have not yet done so for the 
remaining FY 2010 funds ($715M) that are associated with the ICS.    

 
 
 
BACKGROUND AND KEY ASSUMPTIONS  
 
• In 2005, 2008, and 2010, CHSRA and FRA completed under the NEPA, and certified under 

the CEQA, program-level environmental impact statements/reports (EIS/EIR) covering the 
entire CHSTP and subsequently issued the corresponding RODs/NODs.  

 
• CHSRA and FRA are currently preparing project-level EIS/EIR documents for the CHSTP.  

The CHSRA and FRA anticipate release of draft EIS/EIR document for the San Jose to 
Merced section in late 2011.  The ROD/NOD is scheduled to be certified in the last quarter of 
2012.  CHSRA and FRA will not make final decisions regarding specific facilities, 
construction, alignments, or mitigation measures in either section until the associated 
EIS/EIR is complete and certified.  

 
• Subject to FRA and CHSRA environmental decisions, CHSRA intends to implement a 

design/build approach for the Phase 1 Program as funding becomes available in prioritized 
geographic sections.  Pending completion of environmental review, CHSRA would start 
construction of an initial Central Valley Section from Merced Station to Bakersfield Stations 
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(Kern County), California.  CHSRA would extend the construction approximately 39 miles 
westward from the WYE near Chowchilla, CA to the start of the first tunnel near San Luiz 
Reservoir (hereinafter the “Project”).   

 
• The timing and sequencing of each subsequent section of the CHSTP will commence as 

environmental requirements are met, decisions are made, and funding becomes available.   
 

• Prior to the completion of Phase 1 of the Program, CHSRA will complete an initial operating 
segment upon which to begin operating HST service.  This segment will require 
electrification, centralized train control and communications systems, maintenance facilities, 
and a fleet of high-speed trainsets. The initial operating segment will be identified in a future 
Board action and will likely make up to a 200- to 300-mile line, a portion of which will be 
the ICS.     

 
• The Project EIR/EIS has not been completed by CHSRA and FRA.  (The Project does not 

presume a specific alignment as the ROD/NOD for such selected alignment has not yet been 
completed.   
 

GENERAL OBJECTIVE 
 
 The Authority will complete, or will cause to be completed, the activities necessary for final 
design and construction of the Project.  As described in Tasks 1 though 5 below, the Project 
includes ROW acquisition and site work, final design, and construction of fully grade-separated 
mostly dedicated HST guideway, including aerial structures (viaducts) and track work.  
Implementation of final design and construction of the Project is conditioned on successful 
completion of project-level EIS/EIR documents and consistent with all necessary Federal, State, 
and other permits and approvals.  Also included is program management and associated 
professional services involved in managing final design and construction of the overall Project.  
HST systems elements are not included in this Project (e.g., electrification, communications 
systems, train control, rolling stock, and vehicle maintenance facilities); these elements will be 
added by CHSRA as additional funding permits and are required to complete an initial operating 
segment. 
 
DESCRIPTION OF WORK 
 
The final design and construction of the Project between from the Wye near Chowchilla to the 
commencement of the first tunnel adjacent to the San Luiz Reservoir, is included in the 
following major tasks described below.   
 
Task 1 Design/Build Program Management 
 
Task 1 includes management, oversight, and reporting of all tasks necessary to, and all 
contractors associated with, completing the Project including coordination with appropriate local, 
regional, State, and Federal agencies, all railroad owners and operators within the Project area, 
and outreach to local communities affected by the Project.   In addition, CHSRA will direct the 
real property acquisition efforts for the Project.  Specific construction management activities will 
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include contract administration, submittal review, quality assurance inspection, materials 
inspection, management of claims and change orders, and review and approval of progress 
payment requests and final acceptance of the work.  CHSRA is also responsible for public 
communication and outreach to citizens, communities, and stakeholders during all aspects and 
phases of Project design and construction.  
 
CHSRA will provide to FRA the following documents to reflect Project progress:  

 
• Annual Work Plan (AWP):  CHSRA will prepare a detailed staffing plan and cost 

estimate for the Project.  The AWP outlines the work necessary to establish and manage 
project control systems to maintain, manage, and monitor project schedule, budget, 
documentation, procurement, and tracking of deliverables so that implementation of the 
Project stays on schedule and within budget.   
 

• Program Management Plan (PMP) Updates:  CHSRA will update the Phase 1 Program 
Management Plan (PMP) and produce a Project-specific PMP addressing the 
management requirements of this Project and submit it to FRA for review and written 
approval.  CHSRA will update both documents annually.   
 

• Financial Plan Updates:  CHSRA will review the Financial Plan and provide annual 
updates of the relevant information to FRA.    Updates of the Financial Plan will be 
submitted to FRA for review and written approval.   
 

• Prior to the release of each of the Requests for Proposals (RFPs) for the design 
and/or construction contracts, CHSRA will provide for FRA review and written 
approval a financial plan for the Project  that demonstrates CHSRA has secured 
firm commitments of all funding (other than that provided through this 
Agreement) required to complete construction of the Project.  The financial plan 
shall provide (in year-of-expenditure dollars) finalized annual projections for the 
sources and uses of all funds, during the development and construction phases of 
the Project and a detailed assessment of financial risks facing the  Project during 
both the construction (including risks such as capital cost overruns, revenue 
shortfalls, and maintenance cost overruns), along with proposed actions for 
mitigating or accommodating such risks (including assessment of additional 
funding sources available to compensate for potential capital financing shortfalls). 
 

• CHSRA will provide FRA with a financial plan that covers the entire Phase 1 
Program (including the  Project) (the Phase 1 Financial Plan) that lays out in as 
much detail as possible (1) annual projections for the sources and uses of all 
funds, during the development and construction phases of the Phase 1 Program 
and for the first 20 years of operations, and (2) an assessment of financial risks 
facing the Phase 1 Program during both the construction and operations phases 
(including risks such as capital cost overruns, revenue shortfalls, and operating 
and maintenance cost overruns), along with proposed actions for mitigating or 
accommodating such risks (including assessment of additional funding sources 
available to compensate for potential capital or operating financing shortfalls). 
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• For post-RFP period review, CHSRA will provide FRA with updates to the 

Project Financial Plan, on at least an annual basis, or more often if there are 
material changes to the previous plan, updates to the Phase 1 Financial Plan, on at 
least an annual basis, or more often if there are material changes to the previous 
plan and financial plans for any additional projects funded with HSIPR funds, 
including the initial operating segment.   
 

• Design/Build Program Plan:  CHSRA will prepare a Design/Build Program Plan that 
identifies:  (1) the suitability of the Project as a design/build candidate, (2) the 
performance metrics to be used to assess successful Project completion, (3) the 
composition of the design/build Project team, (4) Project scope, (5) the decision factors to 
be used for the selection from among the design/build proposals, and (6) the methods for 
contract administration.  Submittal of a Design/Build Program Plan is necessary to 
complete procurements and must be submitted to FRA for review and written approval.   
 

• RFPs for Design and/or Construction Services:  CHSRA will provide a copy of the 
proposed terms and conditions of the RFPs related to proposed contracts for design 
and/or construction services to FRA for its review and written approval prior to formally 
soliciting such proposals.  CHSRA will work closely with FRA to complete such reviews 
in sufficient time to avoid impacting the Project schedule. 
 

• Final Inspection and Acceptance Reports:  Upon completion of construction, CHSRA 
shall invite FRA to participate in the final inspection and acceptance of the work.   
 

• Service Development Plan Updates:  CHSRA will refine and update the Phase 1 Service 
Development Plan and provide two updates to FRA of the relevant information based on 
mutual agreement with FRA that may include Operations (Service Goals, Operations 
Analysis, including railroad operation simulation and equipment, operations planning, 
and crew scheduling analysis); Fleet Management Plan (this includes a determination of 
the number of trainsets required for the HSIPR Corridor); Capital Needs (Phase 1 
Investments and Cost Estimate); and Operating and Financial Results (Methods, 
Assumptions, and Outputs for Travel Demand Forecasts; Expected Revenue; and all 
Operating Expenses).  The Service Development Plan shall be developed and updated for 
the purpose of informing design and construction determinations and decision making 
and shall be limited in scope to such purpose. 

 
Task 2   Real Property Acquisition  
 
The system will use or be adjacent to existing transportation ROWs to the extent feasible and 
will require property acquisitions.  Such acquisitions include right-of-way for the track alignment 
and stations consistent with Project requirements.   
 
CHSRA will obtain and manage the necessary property rights for the system in a lawful, fiscally 
sound, and publicly acceptable manner.  Real property acquisition will comply with all Federal, 
State, and local laws including the Uniform Relocation Assistance and Real Property Acquisition 
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Policies Act of 1970.  Real Property Acquisition will be accomplished through a headquarters 
element, a regional specialist oversight office, and a local team that will conduct on-the-ground 
real property acquisition functions.  These responsibilities will be carried out through the 
leadership of a CHSRA HQ element consisting of a Real Property Director reporting to the CEO, 
and a senior State real property specialists responsible for: 

• Appraisals and acquisition 

• Coordination of real property aspects regarding utilities relocations and railroad and other 
public agency agreements and 

• Relocation assistance and property management 
CHSRA will have appropriate legal support which will provide real property legal services to the 
Director.  A specialist real property consultant for program support will provide program-wide 
services to the Director, such as recommending acquisition standards and procedures as well as 
providing quality assurance and audit of the acquisition process.   

 
On-the-ground real property activities will be carried out by onsite real property specialty 
consultants and may include: 

• Parcel identification 
• Survey and mapping 

• Appraisals 
• Offers of just compensation 

• Negotiations 
• Property acquisition and 

• Relocation entitlement 
 
CHSRA shall establish a Regional Real Property Office for the Project, which will have 
appropriate legal support and be staffed by senior State real property specialists who oversee the 
functions carried out by the onsite consultants and process those cases where State governance is 
appropriate.   
 
Task 3   Early Work Program 
 
Certain work activities associated with implementing the Project may be advanced as part of an 
early work program as described in the deliverables below.  The Early Works Program would 
include soft (e.g., planning, design, coordination, negotiation, legal) and hard (e.g., construction, 
land acquisition, implementation) costs as described below and associated with (1) utility 
relocation, (2) site clearing/demolition, (3) railroad track relocation, (4) highway/roadway 
relocation/grade separations, (5) environmental remediation/hazardous materials disposal and (6) 
environmental (NEPA/CEQA) mitigation.  Activities in the early work program would occur 
only to the extent that they are consistent with legal requirements associated with satisfying 
environmental review requirements and approved by FRA.   
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CHSRA will provide to FRA the following documents to reflect Project progress:  
 

• Utility Relocation Plan:  CHSRA will identify all utilities that will be relocated and 
outline the roles and responsibilities to successfully complete all early utility relocation 
for the Project, contracting approach, and schedule for completing all necessary utility 
relocations.  CHSRA will submit the Utility Relocation Plan to FRA for review and 
written approval. CHSRA will implement the Utility Relocation Plan and periodically 
update the Plan to reflect implementation progress. 

 
• Site Clearing and Demolition Plan:  CHSRA will define the area of the Project that will 

need to be cleared and any demolition of existing structures and outline the roles and 
responsibilities to successfully complete Project site clearing and demolition activities, 
contracting approach, and schedule for completing all necessary site clearing and 
demolition of existing structures.  CHSRA will submit the Site Clearing/Demolition Plan 
to FRA for review and written approval.  CHSRA will implement the Site 
Clearing/Demolition Plan and periodically update the Plan to reflect implementation 
progress. 

 
• Highway/Roadway Relocation/Grade Separations Plan:  Highway/roadway relocations 

and grade separations will be completed in coordination with California Department of 
Transportation (Caltrans) or other owners of roadway facilities (e.g., counties, local 
jurisdictions) during the early stages of construction, consistent with CHSRA/Caltrans 
Master Agreement.  CHSRA will work with Caltrans and other interested parties to 
develop a Highway/Roadway Relocation/Grade Separations Plan that describes in detail 
what Highway/Roadway relocation and grade separations are required at each location 
along the route where such relocation or grade separation is required to support the 
Project.  CHSRA will submit the Highway/Roadway Relocation/Grade Separations Plan 
to FRA for review and written approval.  CHSRA will implement any elements of the 
Highway/Roadway Relocation/Grade Separations Plan it is responsible for under the 
Plan, coordinate with Caltrans for completion of highway/roadway-specific work, and 
periodically update the Plan to reflect implementation progress. 

 
• Environmental Remediation/Hazardous Materials Disposal Plan:  CHSRA will develop a 

plan to implement remediation and hazardous material disposal activities consistent with 
mitigation measures CHSRA and FRA adopted and documented in the CEQA/NEPA 
environmental process.  This plan will include compliance with existing and applicable 
Federal and State regulations, appropriate Authority policies, and the use of best 
management practices.  This plan will identify procedures for testing and remediating 
known or suspected hazardous materials encountered during the construction of the 
Project.  CHSRA will submit the Environmental Remediation/Hazardous Materials 
Disposal Plan to FRA for review and written approval.  CHSRA will implement the 
Environmental Remediation/Hazardous Materials Disposal Plan and periodically update 
the Plan to reflect implementation progress. 
 

• Environmental (NEPA/CEQA) Mitigation:  The EIS/EIR final decisions by FRA and 
CHSRA may require mitigation measures that could include, but are not limited to 
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purchase of wetlands mitigation sites, noise control (for example, construction of noise 
walls, reinforcement of structure in sensitive receptors), preservation of agricultural 
lands, construction of local traffic control improvements (for example, traffic calming 
measures, geometric roadway improvements, installation of traffic lights).  Adopted 
mitigation measures and associated plan for implementation would be set forth in the 
Environmental (NEPA/CEQA) Mitigation Implementation Plan required by the 
PE/NEPA/CEQA Agreement.  CHSRA will implement the Environmental 
(NEPA/CEQA) Mitigation Implementation Plan.  Updates to the Plan to reflect 
implementation progress are covered under the PE/NEPA/CEQA Agreement.   

 
 

Task 4   Final Design and Construction Contract Work 
 
The vast majority of the work associated with this Agreement is associated with the final design 
and construction contracts that will be procured, awarded, and administered by CHSRA for 
delivery of this Project.  As a deliverable in Task 1 of this Agreement for review and written 
approval by FRA, CHSRA will prepare and deliver to FRA a Design/Build Program Plan that 
identifies:  (1) the suitability of the Project as a design/build candidate; (2) the performance 
metrics to be used to assess successful Project completion; (3) the composition of the 
design/build Project team; (4) Project scope; (5) the decision factors to be used for the selection 
from among the design/build proposals; and (6) the methods for contract administration.  As 
currently envisioned, up to three to four separate contracts will be utilized, including two to three 
geographically -based civil infrastructure contracts and at least one Project-wide track work 
contract.  CHSRA’s detailed Design/Build Program Plan will be prepared in the first quarter of 
FY2011.  CHSRA will provide the Design/Build RFPs and CHSRA’s selected Design/Build 
contractors to FRA for review and written approval prior to award. 
 
 
Task 5  Unallocated Contingency 
 
CHSRA has allocated 5% of the Project budget as unallocated contingency.  The management 
and use of contingency funds will be described in a Contingency Management Plan that will be 
prepared as part of the updated Program Management Plan. 
 
PROJECT SCHEDULE 
 
The project schedule is shown below.   
 
 Start Finish 
Task 1:  Design/Build Program Management 4-1-12 9-30-17 
   
Task 2:  Real Property Acquisition 12-12 6-30-14 
   
Task 3:  Early Work Program 12-12 12-1-14 
   
Task 4:  Design/Build Contract Work 12-12 9-30-17 
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Task 5:  Unallocated Contingency Throughout 

the Project 
9-30-17 

 
PERFORMANCE OBJECTIVES AND DELIVERABLES 
 
CHSRA shall achieve the following performance objectives to be authorized for funding of 
Project components and for the Project to be considered complete. 
 
Overall Post Award Prerequisites 
 

1. Prior to commencing any activities described Tasks in 2-4, CHSRA shall provide to FRA 
an updated Program Management Plan, including an updated cost estimate appropriate to 
the level of project development.  This submittal must be approved by FRA in writing. 
 

2. Prior to award of Design/Build contract work funded by this Agreement, CHSRA shall 
complete PE and environmental documentation for the Project.  

 
3. CHSRA shall execute any required stakeholder agreements with infrastructure owners 

and operators and other stakeholders as appropriate in advance of the commencement of 
work on any activity described Tasks 2-5, copies of which will be submitted prior to 
execution to FRA for approval. 

 
Task-Specific Deliverables 
 
CHSRA shall achieve the following deliverables.    
  
 Delivery Date 

Task 1:  Design/Build (D/B) Program Management  

Unless FRA determines otherwise in writing, the Authority may not continue 
to conduct any construction activities unless and until the Authority submits, 
and FRA approves in writing, the following deliverables: 

 

2011 Annual Work Plan (AWP) 9-11 

2012 AWP 7-12 

2013 AWP 7-13 

2014 AWP 7-14 

2015 AWP 7-15 

2016 AWP 7-16 

2017 AWP 7-17 

2012 Operations Modeling/Schedules/Demand Forecasts for Ridership & 4-12 
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Revenue 

Design/Build (D/B) Program Plan  02-12 

2012 Financial Plan Update 7-12 

2012 PMP Update 7-12 

2012 Service Development Plan Update 7-12 

2013 Financial Plan Update 7-13 

2013 PMP Update 7-13 

2014 Financial Plan Update 7-14 

2014 PMP Update 7-14 

2015 Financial Plan Update 7-15 

2015 PMP Update 7-15 

2016 Financial Plan Update 7-16 

2016 PMP Update 7-16 

2016 Service Development Plan Update 7-16 

2016 Operations Modeling/Schedules/Demand Forecast Update for Ridership 
& Revenue 

7-16 

Task 2:  Real Property Acquisition  

Quarterly Updates to the Real Property Acquisition Plan Quarterly 

Task 3:  Early Work Program  

Utility Relocation Plan 4-12 

Site Clearing/Demolition Plan 4-12 

Railroad Track Relocation Plan 4-12 

Highway Relocation Plan 4-12 

Environmental Remediation/HazMat Disposal Plan 12-11 

Task 4:  D/B Contract Work  

D/B Contract #1 RFP 7-12 

D/B Contract #2 RFP 7-12 

D/B Contract #3 RFP 7-12 

D/B Project-wide Track Work RFP 4-13 

CHSRA D/B Contractor Selection  12/12 

D/B Contract #1 Final Inspection and Acceptance Report 2-17 

D/B Contract #2 Final Inspection and Acceptance Report 4-17 
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D/B Contract #3 Final Inspection and Acceptance Report 6-17 

D/B Project wide Track Work Inspection and Acceptance Report 9-17 

Task 5:  Unallocated Contingency  

Contingency Management Plan (CMP) 7-11 

CMP Quarterly Updates Quarterly 
 
PROJECT ADMINISTRATION 

 
CHSRA will provide Project receipts and documents as required by FRA.  CHSRA will obtain 
documentation of materials, payrolls and work performed, invoices and receipts, etc., during the 
Program from contractors and consultants as conditions of payment.  These will be submitted or 
made available to FRA as required. 
 
PROJECT BUDGET 
 
The total estimated cost of the Project in Year of Expenditure (YOE) dollars is $1.2 billion of 
which $960 million would be funded by FRA and $240 million would be funded by the CHSRA.   
A cost summary by task is shown below and detailed in the SDP Budget-Schedule Workbook.  
 

 
 
PROJECT COORDINATION  
 
CHSRA will perform all tasks required for the Project including necessary coordination with all 
involved Federal and State agencies, local governments, and all railroad owners and operators 
and stakeholders using processes already in place.  CHSRA’s project coordination process is 
based on ongoing practice, executed Memoranda of Understanding and other Agreements, and 
public involvement processes developed for the NEPA/CEQA phase of the Project. 
 
 
PROJECT MANAGEMENT 
 
CHSRA’s staff organization currently consists of an Executive Director/Chief Executive Officer, 
three Deputy Directors (Finance and Administration, Environmental/Planning, and 
Communications/ Public Policy/Outreach), a small support staff as well as a Chief Engineer 
contractor, a Project Management Oversight contractor, a Government Relations Management 
contractor, a Program Management Team, and seven Regional Consultant Teams.  Additionally, 
CHSRA employs a financial consultant contractor and a public outreach and communications 

Cost Summary:  Merced - West

Task Description Federal (80%) State (20%) Total (YOE)

Design-Build Contracts $911,200,000 $227,800,000 $1,139,000,000

Unallocated Contingency $48,800,000 $12,200,000 $61,000,000

Total $960,000,000 $240,000,000 $1,200,000,000
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contractor.  CHSRA plans to hire a Construction Management consultant for this Project.  The 
Authority’s organization for this work will be supported by appropriate legal services.  
 
CHSRA will engage contractors through the competitive bidding process established by the State 
of California for all construction activities and in compliance with Federal regulations.  CHSRA 
will provide construction oversight and will give direction to the construction engineering and 
contractor. 
 
CHSRA will provide all of the deliverables in a timely manner for FRA’s review, acceptance, or 
approval 
 
 

 



 












































 







 


 

          

        
         

        
        
        

         

        
        


          
         















































 

  


  


  

  
  
  


  
  
  

  


  


  
  
  

  

  

  
  

 





  
  
  
  
  





  


  
  
  



  
  
  
  
  



  
  
 




  

  
  

  



















 



  


  





 






  
  
  


  
  
  


  
  

  
  
  
  

 



  
  
  
  
  
  
  
  
  
  
  
  
  
  

  
  

 
 
 
 
 
 
 
 
  
  

 


 











 















 

 




















   
       
     
    
     
       
       
    
       
     
     
    
    
    
     
    
    
    
     
   
     
    
    
    
    
    
     
    
    
   
    
    
    
    
    
   
    
     
    
     
     
     
     
     
    



 




















 

 




















   
    
    
    
    
    
    
    
    
   
    
     
     
    

  
   
     
     
     
     
     
     
     
     
     
     
     
     
     
     
     
    
   
    
    
     
     
     
    
     
    
    
    
   




 
















 

        







       

       

 

       

 

 

 

       

       

 

          

         

         

         

         

         

         

         

         

         

         

         

         











































































 




 






































 






























































































































 







































 







  




  

     
     
     
     

 


  

     
     
     

 
   

     

     
     

 

   

     

     
     
     
     
     







































 
































 







  

 









     
     
     
     
     

     
     
     
     













  



    

  

     



  

   
   
     
   
  

  




    

 








    

 


 



  





























 







  

 









  

  

 


  

  

  

 
 

  

     

 


  

  


  








 










    

    

    

 

   
   
   
   
   
   
   
   
   


    

    



































 











    


  





    
    
    
    
    
    
    
    
    
    


   




 





  



 


 


 





 

                 

     

                         

             

   

    

   

   

                     

     









 



 









































  

































 












































 







 


 

          

        
         

        
        
        

         

        
        


          
         















































 

  


  


  

  
  
  


  
  
  

  


  


  
  
  

  

  

  
  

 





  
  
  
  
  





  


  
  
  



  
  
  
  
  



  
  
 




  

  
  

  



















 



  


  





 






  
  
  


  
  
  


  
  

  
  
  
  

 



  
  
  
  
  
  
  
  
  
  
  
  
  
  

  
  

 
 
 
 
 
 
 
 
  
  

 


 











 















 

 




















   
       
     
    
     
       
       
    
       
     
     
    
    
    
     
    
    
    
     
   
     
    
    
    
    
    
     
    
    
   
    
    
    
    
    
   
    
     
    
     
     
     
     
     
    



 




















 

 




















   
    
    
    
    
    
    
    
    
   
    
     
     
    

  
   
     
     
     
     
     
     
     
     
     
     
     
     
     
     
     
    
   
    
    
     
     
     
    
     
    
    
    
   




 
















 

        







       

       

 

       

 

 

 

       

       

 

          

         

         

         

         

         

         

         

         

         

         

         

         











































































 




 






































 






























































































































 







































 







  




  

     
     
     
     

 


  

     
     
     

 
   

     

     
     

 

   

     

     
     
     
     
     







































 
































 







  

 









     
     
     
     
     

     
     
     
     













  



    

  

     



  

   
   
     
   
  

  




    

 








    

 


 



  





























 







  

 









  

  

 


  

  

  

 
 

  

     

 


  

  


  








 










    

    

    

 

   
   
   
   
   
   
   
   
   


    

    



































 











    


  





    
    
    
    
    
    
    
    
    
    


   




 





  



 


 


 





 

                 

     

                         

             

   

    

   

   

                     

     









 



 









































  

































MERCED WEST
PRO-FORMA SOURCES & USES IN THOUSANDS

Fiscal Year End [Date] 30/Sep/11 30/Sep/12 30/Sep/13 30/Sep/14 30/Sep/15 30/Sep/16 30/Sep/17 30/Sep/18 30/Sep/19 30/Sep/20 30/Sep/21 30/Sep/22 30/Sep/23

Periodic Growth in Revenue [%] Totals 0.0% 0.0% 0.0% 0.0% 0.0% 0.0% 0.0% 0.0% 4.9% 4.6% 4.4% 4.2% 5.0%

Federal Grants - Capital Investments [$ in '000] 959,756 0 136,159 233,281 288,732 198,542 81,917 21,125 0 0 0 0 0 0
State Grants - Capital Investments [$ in '000] 239,939 0 34,040 58,320 72,183 49,636 20,479 5,281 0 0 0 0 0 0
Operating Revenue [$ in '000] 0.0 0.0 0.0 0.0 0.0 0.0 0.0 49.9 52.3 54.8 57.2 59.6 62.6
Operating Subsidies [$ in '000] 0.0 0.0 0.0 0.0 0.0 0.0 0.0 75.6 77.1 78.7 80.2 81.7 83.2
Capital  Replacement Subsidies [$ in '000] 0 0 0 0 0 0 0 0 2,849 2,849 2,849 2,849 2,849
Total Sources [$ in '000] 0.0 170,198.2 291,601.2 360,915.0 248,177.6 102,396.6 26,406.0 125.5 2,978.3 2,982.2 2,986.2 2,990.1 2,994.6

Capital Costs [$ in '000] 0 (170,198) (291,601) (360,915) (248,178) (102,397) (26,406) 0 0 0 0 0 0
Operating Costs [$ in '000] 0.0 0.0 0.0 0.0 0.0 0.0 0.0 (125.5) (129.5) (133.4) (137.4) (141.3) (145.8)
Capital Replacement Costs [$ in '000] 0 0 0 0 0 0 0 0 (2,849) (2,849) (2,849) (2,849) (2,849)
Total Uses [$ in '000] 0.0 (170,198.2) (291,601.2) (360,915.0) (248,177.6) (102,396.6) (26,406.0) (125.5) (2,978.3) (2,982.2) (2,986.2) (2,990.1) (2,994.6)

Change in Cash [$ in '000] 0.0 0.0 0.0 0.0 0.0 0.0 0.0 0.0 0.0 0.0 0.0 0.0 0.0





MERCED WEST
PRO-FORMA SOURCES & USES IN THOUSANDS

Fiscal Year End [Date]

Periodic Growth in Revenue [%]

Federal Grants - Capital Investments [$ in '000]
State Grants - Capital Investments [$ in '000]
Operating Revenue [$ in '000]
Operating Subsidies [$ in '000]
Capital  Replacement Subsidies [$ in '000]
Total Sources [$ in '000]

Capital Costs [$ in '000]
Operating Costs [$ in '000]
Capital Replacement Costs [$ in '000]
Total Uses [$ in '000]

Change in Cash [$ in '000]

30/Sep/24 30/Sep/25 30/Sep/26 30/Sep/27 30/Sep/28 30/Sep/29 30/Sep/30 30/Sep/31 30/Sep/32 30/Sep/33 30/Sep/34 30/Sep/35 30/Sep/36 30/Sep/37 30/Sep/38

4.7% 4.5% 4.3% 4.1% 3.7% 3.6% 3.5% 3.4% 3.3% 3.2% 3.1% 3.0% 2.9% 2.8% 2.7%

0 0 0 0 0 0 0 0 0 0 0 0 0 0 0
0 0 0 0 0 0 0 0 0 0 0 0 0 0 0

65.5 68.5 71.4 74.4 77.1 79.9 82.7 85.4 88.2 91.0 93.8 96.6 99.4 102.1 104.9
84.8 86.3 87.9 89.4 90.9 92.5 94.0 95.5 97.1 98.6 100.1 101.7 103.2 104.7 106.3

2,849 2,849 2,849 2,849 2,849 2,849 2,849 2,849 2,849 2,849 2,849 2,849 2,849 2,849 2,849
2,999.1 3,003.6 3,008.1 3,012.6 3,016.9 3,021.2 3,025.5 3,029.8 3,034.1 3,038.4 3,042.8 3,047.1 3,051.4 3,055.7 3,060.1

0 0 0 0 0 0 0 0 0 0 0 0 0 0 0
(150.3) (154.8) (159.3) (163.8) (168.1) (172.4) (176.7) (181.0) (185.3) (189.6) (193.9) (198.2) (202.6) (206.9) (211.2)
(2,849) (2,849) (2,849) (2,849) (2,849) (2,849) (2,849) (2,849) (2,849) (2,849) (2,849) (2,849) (2,849) (2,849) (2,849)

(2,999.1) (3,003.6) (3,008.1) (3,012.6) (3,016.9) (3,021.2) (3,025.5) (3,029.8) (3,034.1) (3,038.4) (3,042.8) (3,047.1) (3,051.4) (3,055.7) (3,060.1)

0.0 0.0 0.0 0.0 0.0 0.0 0.0 0.0 0.0 0.0 0.0 0.0 0.0 0.0 0.0


